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SR Lt Clark Childers e
t wastoward theend of our COMPTUEX at-  breaking out our NATOPS pocket checklistsand
seaperiod, inthemiddle of our workupsfor climbing through 8,000 feet, | got my second
WestPac 00. | was anugget in the squadron, indication, an L AMAD caution indicating high oil
with lessthan 300 Hornet hours, 50 temperaturein the airframe mounted accessory
arrested landings, and about six monthsin my drive. Thiswas about three or four minutesfrom

fleet squadron. | launched from the shipona thefirst indication of aproblem.
CAV U day with three Mk-82s b | pulled my |eft throttle back

with about two yearsin the through the procedures. The

and two drop tanks. My lead toidle, my wingman gaveme
wasacruise- experienced JO I n g e == thelead, and wecontinuedtogo
sgquadron; he had recently

AMAD caution wasthemore

|
received hissection lead seriousproblem, sowedecided
qualification. Wejoined over- n I n e to gothrough that procedure
head the boat and headed for first. It recommendsthat, if
San Clemente Island for some conditionspermit, you consider
unit-level training. shutting down theengineand
Coming off target on our r restarting for landing. We
last bombing run, I got a decided toleavetheengine

master-caution light and tone. running and call for arep. About

|
Thiswas the result of an L E n I n e thistime, | got athird indication,
BOOST LO caution, indicating anL AMAD PR caution,

alossof left-engine fuel-feed indicating alossof ail pressurein

pressure. | continued my left - ? theAMAD.

turn and intercepted my lead. F I r e Sxmonthsintomy first
During therendezvous, | called u sguadron, | should beon top of
my lead and let him know the my NATOPSknowledge.
status of my airplane. We pointed our noses back However, | didn't recognizethiscombinetion of
toward mother, 40 miles south. Aswe were eventsfrom thesimulator training inthe RAG.
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Onethingthat | did redizewasthat | washaving
multipleindicationsof aseriousprobleminthejet, and
they weren't erroneousindications. When | got arep
fromthetower, | wasabout 10 milesfrom mother at
16,000 feet. Thetower repwasafamiliar voice, the
only other JO morejunior than mysdlf. He broke out
hisNATOPS, went through the procedures, and
askedif | had shut down theengineyet. Having
exhausted our combined experienceleves, therep
caled downto theready room and got adepartment
head downto CATCCto providesomeadvice At
thispoint, | did not haveagameplaninmy mind and
washot making theimportant decisonsonmy own.

The CATCC rep cameup ontheradio, and | told
himmy indications. Heasked againif theenginewas
secured. Telling him that it wasnot, he concurred
with our decision and began preparing the shipfor the
pull forward and theimmediaterecovery. | remem-
bered hearing that AMADshavecomeapartina
matter of minutesafter anAMAD caution. That
concerned me, epcidly sincel’ d had so many
indications. Thereptold meto prepareto makea
haf-flap sraightintothe boat. Hesaid to bring the
engineup off theidlestop just prior totheball cal and
to makeanormal approach. About fiveminutes| ater,
after dumping downto max trap for ahaf-flap
approach, | saw that the ship had cleared thelanding
area, made 35 knotswind over deck, and was
prepared to catch me.

My leedwasdtill withmeintrail, giving helpful
hintsover theradio. | thanked him for thehelp and
sad|’d seehim ondeck. | mademy Sraight-in
gpproachtoafar 4-wire, usng an updated mesatball,
lineup, AOA, andfire-light scan. | securedtheengine
inthelanding areaand taxied clear.

During my postflight debrief, maintenancesad
that theAMA D was hot enough to burn your hand
through theskin of theairplaneand nearly glowing
red. It wasthenthat | realized just how closel wasto
having areal emergency on my hands. Theboost
pump shaft had sheared, causing alossof fud tothe
oil-fuel heat exchanger. TheAMAD worked as
advertised, but past emergencieshad produced
catastrophic results: titanium enginefirescaused by
hot AMAD partsbeinginjected into thejet engine.
Theextreme heat intheAMAD during thefirst few
minutes of theemergency caused theAMAD PR
switchtofail, givingmetheAMAD PR caution.

| began to questionthedecisonsthat I'd madein
theair. Thejet had madeit homeand flew againthat

evening. Butif NATOPS saysto consder shutting
downtheengineand restarting for landing, should you
shut down theengine and then decide?You can
restart the engine prior to recovery if thesituation
warrants. Then again, why restart theengineif you
know thereisaserious problemwithit?OnaCAvVU
day with asteady deck, why not comeback single-

engineand avoid thepossibility of afire?lsit betterto

risk theengineand poss bly theairframe because of
fireor torisk thesngle-enginelanding? Which has
thehigher risk?Withaday raight-inandan LSO
who knowsyou areanugget, isasingle-engine
approach safe? On that day, | hadn’t wanted to make
asingle-engineapproach, but isthat fear worthrisking
theaircraft? We had decided thelanding wasthe
greater risk. If theAMAD had come apart, we may
havereeva uated our decision, but wefollowed
NATOPS, and theaircraft madeit back to the ship.

Asanugget, | learned morefrom thisoneflight
than anything else on thedetachment. Thefirst and
most important lesson wasthat when bad things start
happening, even asanugget, you know theairplane,
and you can devel op your own game plan beforeyou
dumpitinsomeoneese'slap. I’mnot saying | should
have had fast hands and started shutting down
engines, but you can figure out what emergency you
have, do your immediate NATOPS procedures, and
then develop agameplaninyour airplane.

Discussthat plan with your wingman andthen
cdl therep. It will makehisjob easier, and hecanadd
hisexperience and suggestions beforeyou makeyour
decison. Hecan giveyouimportant information that
you haveforgotten. You canlet therep decide
whether the ship wantsto bring you back single-
engineand decidewhether the conditionsgiveyou
enough power for asingle-enginewaveoff. My rep
didn’t know the sequence of eventsand thequick
progression of my emergency, and hemight not have
madethe same decision had hebeenintheaircraft
watching it happen.

Inthefuture, | will make surethat | make my
own game plan, talk to my wingman, and use crew
coordination withinmy sectionfirst. Then 1’1l call
for arep to seeif thereisanything that we have
forgotten or misinterpreted. Whilethereisvauable
adviceto be gained from experienced pilotsin your
sguadron, you signed for theairplane, and you are
theonewhoisgoingto beresponsibleif youdon't
bring it back.

Lt. Childers flies with VFA-115.
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